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THE  BETELOPMSKT  OF  THE  CONNECTICUT  HIGHIVAY  SYSTEM 
I  »  EARLY  HISTORY  THROUGH  THE  TURNPIKE  BRA 

"The  road  that  leads  to  ¥allingford,  it  runs 

through  mire  and  stone. 
I  v/as  parched  vri.th  the  dust,  I  was  bleeding 

and  alone* 
»My  lad,  you  '^dll  die,  if  you  do  not  tarry  here.* 
But  t  had  to  get  to  Killingxvcrth  while  day 

was  on  the  mere.*' 

This  verse  from  the  "Connecticut  Road  Seng",  by  one  of  the 
Bcst  gifted  of  all  Connecticut's  poets  -  the  late  Anna  Hempstead 
Branch  -=■  is  but  one  of  the  countless  v/ays  in  which  roads  have 
been  interwoven  in  the  history  and  literature  of  this  typical 
Nev;  England  State. 

In  the  century  and  a  half  following  the  first  settlements 
along  the  Connecticut  Valley  in  the  1630 *s  the  roads  that  foluov;ed 
the  courses  of  earlier  Indian  Trails  were  both  rou^h  and  infrequent. 
They  v^ere  at  best  but  improvised  wagon  trails,  "constructed  more 
for  the  roe  buck  than  for  laden  he uses  and  conveyance",  as  one 
European  visitor  observed  in  17^0 o 

Early  tr'ansportation  in  the  Colonial  era  was  by  water  along 
the  rivers  rather  than  hj   trail  and  road.  This  very  lack  of 
coaim^oni cation  between  the  sparsely  settled  communities  beyond 
the  river  valleys  developed  a  sturdy  self-reliance  among  the 
populace  and  contributed  in  no  small  measure  to  the  individualism 
cf  the  Connecticut  Yankee.  In  an  appraisal  of  this  situation  Isabel 
I'-itchell  VivotQf    "Bad  roads  discouraged  intercourse,  lack  of 
intercourse  increased  isolation,  isolation  developed  independence 
and  a  lack  of  co-operation  ;-diich.  in  turn  caused  the  reads  to  suffer." 

It  was  not  until  the  end  of  the  iSth  century  with  the  coining 
of  the  stage  coach  that  the  need  for  more  adequate  roads  became 
felt  and  an  effort  v/as  made  to  serve  this  need.  Roadbuilding 
began  first  in  Connecticut  as  in  other  states  along  the  Atlantic 
seaboard,  as  a  coinmercial  venture  with  the  chartering  of  private 
corporations  authorized  to  construct  and  maintain  toll  roads. 
These  early  corporations  were  given  franchises  not  only  to  collect 
tolls,  but  even  to  conduct  lotteries  to  raise  the  necessary  road 
construction  funds.  Under  such  an  arrangement  the  first  of  the 
toll  roads  was  b'uilt  in  the  State  following  the  course  of  an  old 
Indian  trail  and  v/as  known  as  the  Kohegan  Road  between  New  London 
and  I.orwich  -  a  distance  of  sonie  14  miles. 

In  1792,  the  legislature  enacted  a  law  providing  the  establish- 
ment of  a  toll  gate,  (the  second  to  be  authorized,  but  the  first  to 
be  completed  in  America)  and  appointed  a  Board  of  Commissioners  to 
maintain  the  Mohegan  Road  which  had  been  privately  built  earlier 
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but  v;as  not  owned  by  a  corporation.  Thus  this  becane  one  of 
the  earliest  State  roads  in  America.  In  this  sair.e  year  the 
third  toll  gate   in  the  United  States  v;as  established  on  the 
C-reenvri-ch  Read.  Five  years  later,  the  General  Assembly,  in  1797, 
granted  a  franchise  to  the  Boston  Turnpike  Cor'pany  t:  construct 
"the  i^ilddle  Turnpike"  from  Kartfoi'd  thrc^ugh  East  Hartford,  Bolton, 
Coventry,  riancfield,  Ashford,  Poinfret  and  Thoirips^n'to  the 
rlassachusetts  line". 

Between  1795  and  IS 53  turnpike  franchises  v;ere  granted  for 
nci  less  than  121  Toll  roads o  Tlie  Talcott  Kou^itain  Turnpike 
Ccnipany  was  chartered  in  17'9S  to  construct  and  maintain  a  road 
from  Hartford  thrr-urh  Farmini^ton  to  r'ev;  Hartford".  The  charter 
^ranted  fri'  a  turnpike  to  Bristol  in  loOl,  however,  v;as  revoked 
in  iSlC. 

During  the  next  half,  century  other  important  toll  roads  v;ere 
built  by  the  Hartford  and  Nev;  Haven  Turnpike  Conpany  and  the 
Greer  '..o:ds  Company,  but  they  fiund  it  increasinoly  difficult  to 
satisfy  the  public.  And  this  in  spite  of  the  fact"  that  exerr.ptior.f; 
fro-!  tolls  were  rjranted  in  all  cases  to  church  ^jer&,  f'^-.eral 
attendants,  members  of  the  militia  and  all  inill  errplo^'ees.  It 
was  evident  that  hirhi/ay  policy  based  on  the  corr-nercial  concept 
could  not  satisfy  fpr  lofij,  the  travelin£;  public.  In  addition, 
indifferent  Ti:anagement,  tecessive  adrdni strati ve  costs  and  rising: 
railroad  coBipetition  all  contributed  to  the  general  dissatisfacti:r.o 

The  corring  :f  the  railroads  in  Connecticut  in  the  30^  s  and 
40»s  of  the  last  century,  in  spite  of  considerable  public  ".ppecition, 
brou£;ht  not  orJy  a  new  competitive  factor  but  witnessed  the  pass- 
ins;  of  highv/ay  toll  collections  and  subsequently  n.any  :x  these  till 
roads.  V^"hen,  for  exa'nple,  the  New  London,  '.villici antic  and  PalTier 
P:ailroad  opened  its  line  parallel  to  the  Ilehesan  a: ad  in  1S49, 
tells  which  had  been  collected  on  this  turnpike  sincel792  v.'-ere 
suspended. 

Still  another  eventin  the  arjaals  of  road  constx'uction  -f  the 
state  was  the  invention  in  IS58  of  the  stone  crusher  by   Eli 
V.hitney  Blake  of  Kev  Haven  which  made  possible  for  the  'first  time 
eccnorcical  large  scale  highv/ay  construction.  Tlie  inipoi'tance  of 
thisinvention  can  be  quickly  £rasped.  A  hundred  years  az'^   there'\war. 
scarcely  a  dozen  niies  of  macadain  read  in  all  of  New  Sneland; 
today  there  are  niore  than  5,000  miles  ?f  hard-surfaced  road  in 
Conriecticut  alone. 

Tlrie  private  t'ornpike  corporations  in  Connecticut  began,  tfc  re- 
linquish their  charters  by  the  middle  of  the  19th  century.  The 
last  of  the  old  pikes, the  Derby  Turnpike  -  abandoned  its  franchise 
in  I895.  And  with  it  ended  an  esa  in  Connecticut  roadbuilding.  . 
As  the  turnpike  companies  dissolved,  the  road  mileage  reverted  to 
full  public  status  and  became  a  chrge  on  the  public  revenue So 
Government  action  thereupon  became  imperative  and  the  Legislature  in 
IS95  created  a  Comiiiission  to  assume  resporiSibility  for  all  highv;ays. 
Its  establishjnent  marked  a  new  era  in  roadbuilding  in  the  state. 
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II  -  THE  GROWTH  OF  THE  STATE  HIGHWAY  SYSTEM 


The  Connecticut  State  Highway  Department,  established  in  1895» 
with  a  three-man  Coinmission,  is  the  second  oldest  organisation  of 
its  kind  in  the  United  States;  it  is  today  the  largest  single 
department  in  the  State  Government. 

The  primary  purpose  of  the  Department  under  its  original 
Commission  v/as  to  provide  money  to  the  local  units  of  government 
to  assist  on  local  construction;  its  function  consisted  chiefly 
in  supervision  of  the  work  done  in  the  various  towns.  Within  two 
years,  the  three-man  Coinmission  was  abolished  and  a  one-man  executive 
appointed  to  localize  administrative  responsibiljfcy.  The  first 
appropriation  by  the  State  for  road  construction  made  for  the 
biennipn  ending  June  30,  1^97,  was  §150,000. 

'.■Jhile  the  State  had  established  a  Highway  Department  in  the 
closing  decade  of  the  19th  century  in  Connecticut  it  preceded  rather 
than  followed  the  advent  of  the  automobile  in  the  State.  VJhile 
there  are  records  of  a  few  automobiles  prior  to  the  turn  of  the 
century  in  Connecticut,  it  is  significant  that  by  1903,  the  first 
year  that  motor  vehicles  registrations  were  required  by  law,  there 
vj^sre  but  1,353  in  the  entire  State,  or  one  for  every  700  in  the 
population*  In  that  same  year  the  State  Department  of  Motor 
Vehicles  T«fas  established.  Two  years  earlier  in  1901,  the  first 
automobile  legislation  to  fee  passed  in  the  nation  was  enacted  at 
Hartford  which  established  a  "speed  limit  of  12  miles  per  hour  and 
3  miles  per  hour  in  the  City"." 

The  gro;irth  of  the  Department  falls  into  foxir  distinct  periods 
in  each  of^  which  new  objectives  have  been  added  to  old  ones  that 
had  been  assumed.  Theae  can  be  briefly  summarized  as  follows: 

First  Period  -  1895-1908 

All  roads  were  under  local  jurisdiction  with  grants  being  ex- 
tended by  the  State  to  local  government  to  assist  in  the  construction 
of  roads.  The  need  for  a  trunk  line  system  first  became  recognized. 
The  State  Highway  Coaimissioner  in  1899  suggested  in  his  annual 
report  a  "plan  leading  ultimately  to  Trunk  Lines  through  the  state." 

Second  Period  -  1908-192ili. 

The  trunk  line  system  was  approved  and  adopted  by  the  State 
Legislatureo  The  jiirisdiction  of  completed  trunk  line  systems  was 
transferred  to  the  State  Highway  Department.  Roads  not  on  this 
system  were  designated  as  State-Aid  roads,  the  state  sharihg  3/4 
of  cost  of  construction  and  maintenance  with  the  local  governmental 
contribution  being  l/Zf* 
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Third  Period  -   1921-1931 

The  State  Highway  Department  assumed  all  maintenance  cost  on 
State-Aid  Roads o  First  traffic  studies  made  to  determine  road  needs. 

Fourth  Period  -  1931-194^ 

Prcgressive  development  of  a  State  highway  system  composed  of 
2fBSS   miles  of  State  Highways  and  11,493  miles  of  local  roads. 
Fir-  St  parkv/ays  constructed. 

The  motor  car  era  did  not  begin  in  Connecticut,  however,  before 
the  end  of  the  First  V/orld  War.   Up  to  1915  total  expenditures  of  the 
Highway  Department  had  not  exceeded  v8,000,000r  motor  vehicle 
registrations  were  still  under  50,000.  Beginning  vdth  1920 
registration  increased  to  135,395  and  highvvay  expenditures  rose  to 
^'15,457,000.  From  then  zn   public  expenditures  on  feigh-rfays  began 
to  mount  ayan  accelerated  rate.  Expenditures  ros-3  to  :^19, 712,000 
in  1923;  to  .^23,153,000in  1930?  to  >^36,10S,00C  in  1936;  then 
dropped  during  the  latter  part  of  the  depression  to  $29,553,000 
in  1540,  and  declined  duxing  the  years  of  the  2nd  V.orld  V.'ar  to 
•Vl9,715,000  in  1944.  Since  V/orB  war  II ♦s  end  the  expenditures  have 
increased  rapidly  to  the  pi-esent  sum  in  excess  :f  v37,000,000 
a  year. 

Road  mileage  both  on  the  trunl-:  lines  and  on  rural  roads  in- 
creased rapidlj'-  from  1920  onviard  in  direct  proportion  of  these 
larger  amounts  of  pviblic  f^.uids  appropriated* for  hiFhv;ay  construction. 
From  a  fev;  miles  in  1895,  the  highv/ay  system  has  been  extended  over 
the  past  fifty  years  until  it  encompasses  todav  nearlv  3,000  miles 
of  paved  roads.  More  than  9S5.-  of  the  rural  population  in  the 
State  is  now  served  by  all  v/eather  roads. 

During  this  entire  period  from  1S95  to  I94S  the  State  has 
invested  a  total  sum  in  all  road  construction  -f  v"45S,000,000  in 
its  highway  system  -  the  great  bulk  of  it  since  1S25  -  a  si;m  in 
excess  of  that  invested  in  any  other  single  public  improvement. 
To  this  total  capital  outlay  the  State  nmi?  makes  additions  each 
year  of  approximately  ten  million  dollars. 

To  maintain  as  well  as  add  to.  the  State  Highway  system  involves 
a  large  public  expenditure o  The  budget  of  the'Highv/ay  'Department 
is  currently  the  largest  single  item  of  State  expenditure.  For 
the  biennipm,  1949-51,  the  proposed  expenditures  of  the  Kighivay 
Department  are  :|69,000,000.  v,^ich  comprises  approximately  23% 
of  the  total  state  expenditures.  Fifty-nine  million  dollars  of 
this  amount  is  derived  from  Connecticut  taxpayers  in  the  form  of 
gasoline  taxes,  motor  vehicle  license  fees,  driver  registrations, 
and  tolls.  A  portion  of  the  total  receipts  of  the  Highv;ay  Fund 
comes  from  excise  taxes  paid  by  non-resident  motorists  who  purchase 
gasoline  in  Connecticut  or  pay  tolls  on  the  Parkways.  Ten  million 
dollars  of  this  total  amount  for  the  current  bienniiAm  is  contributed 
by  the  Federal  Government  through  grant-in-aid.  These  receipts  are 
deposited  in  a  separate  account  or  dedicated  fund  vrtiich  by  law  must 
be  expended  for  highways  or  related  highway  purposes. 
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With  its  defined  responsibility  to  provide  a  system  of  adequate- 
ly s^irfaced  trvmk  line  highv.^ays,  and  through  assistance  to  the  towns, 
tc  provide  a  State-aid  system  of  roads,  the  Connecticut  State  High- 
way Department  presently  employs  a  total  personnel  of  3,000.  Thus, 
it  is  the  largest  single  depanbment  with  more  than  1/5  of  the 
17,000  employed  in  all  the  Executive,  Legislative  and  Judicial 
branches  of  the  Cc-nnecticut  State  Go%'ernment. 

Front  1939  to  1942  prio/^r  tc  America's  active  participation 
in  ViOrld  TJar  II,  the  public  expenditures  for  Connecticut  highv;ays 
exceeded  that  for  either  Education,  Health,  or  Vvelfare  and 
Corrections.  In  194-1  and  1942,  these  expenditures,  moreover, 
exceeded  those  of  all  other  agencies  such  as  Unemployment  Compensa- 
tion, Public  Safety,  etc*  Since  the  \/ar*s  end,  highv/ay  expenditures 
have  increased  to  an  amount  in  excess  of  its  pre-v.-ar  outlays,  and 
have  consistentl}^  been  ahead  of  that  spent  for  education  in  spite 
of  the  fact  that  Education  has  been  a  recognised  function  of  State 
Governn-isnt  for  over  a  hundred  years.  Highway  Depart^iant  expenditures 
in  these  past  three  years,  however,  were  approximately  |7, 000, 000, 000 
less  than  those  for  Health,  Welfare  and  Corredtions. 


Ill  --  aOKII£CTICUT*S  FRESam'  HIGHWAY  SYSTffl-^I 

The  total  road  system  of  Cornecticut  today  consists  of  14,4^7 
miles  of  parkways^  highvjays,  roads^  and  streets,  of  ^^iiich  2,947 
miles  are  in  the  State  systeit  and  11,540  miles  are  in  the  local 
systems. 

Tlie  State  highway  system.,,  comprising  2.947  miles,  is  constituted 
as  fellows; 

State  Hirfiv/ay  System 

Federal  aid  interstate  247 

Federal  aid  primary  790 

Federal  Aid  secondary  1,013 

Paricwa3rs  82 
Other  State  Hipjhways 
TOTAL 


"T^ 


The  local  road,  and  street  systems  of  the  State  comprise  11,447 
miles  of  road,  constituted  as  follows: 

Local  Roads 

Federal  Aid  Interstate  20 

Federal  Aid  Primary  33 

Federal  Aid  Secondary  85 

Unimproved  Trunk  Lines  381 

Other  streets  and  Roads  11.021 

11,540 
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Cost  of  Construction 

The  costs  of  construction  of  highways  in  Connecticut  compare 
favorably  with  those  of  neighboring  States.  Right  of  way 
acquisition  is  high  in  many  of  the  urban  areas  because  of  the 
intensive  land  use  in  areas  important  for  highways  and  has  tended 
tc  increase  property  values.  In  States  less  far  along  in  their 
development  with  less  intensive  land-use,  the  need  for  public  roads 
for  opening  up  the  countryside  tend  to  keep  the  cost  of  property 
acquisition  low. 

A  review  of  construction  projects  by  types  f©r  the  years  1948 
and  1949  disclose  both  the  current  trend  of  prices,  and  the  spread 
Detween  Tovm-Aid  Construction  and  State  highway  construction.  For 
the  most  part  Town-Aid  is  water  bound  macadam  and  rolled  bank 
^ravel;  State  highway  construction  is  reinforced  concrete,  bituminous 
concrete,  and  bituminous  macadam.  The  current  and  comparative  costs 
ire  attached  herewith. 
* 

The  construction  costs  used  in  estimating  Connecticut »s  High- 
tmy   needs  in  1947  are  a  present  measure  of  imit  costs. 

2  lane  highways  (i-inder  500  cars  a  day)  ,1.  50,000  per  mile 

1  lane  highways  (500  to  1,000  cars  a  day)  75,000  "   " 

2  lane  highway  (  on  old  roadbed)  100,000  "  " 
I  lane  high;vay  (new  location)  150,000  "  » 
f  lane  divided  (  "     "    )  300,000  "   " 

3  lane  divided  (  "  "  )  400,000  "  " 
liver  Bridges  (at  or  near  90®  crossing;  skaw  structures  higher) 

2  lane  (under  1,000  cars  per  day)  $     600  per  lin.,  foo* 

2  lane  (over  1,000  cars  per  day)  350  "   "    " 

4  lane  divided  1,500  "   "    »• 

6  lane  divided  2,200  "   "    " 
>rade  Separations  (at  or  near  90"  crossing;  skew  structures  higher) 

2  lane  over  2  lane  ^  SO, 000  each 

2  lane  over  4  lane  100,000  " 

4  lane  over  2  lane  140,000  " 

4  lane  over  4  lane  170,000  " 

Viaducts  1,300  per  lin.foot 
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Access  Ramps  $75 > 000  per  mile 

Right  of  Way  Costs 

Riiral  -  10%  to  15fo  of  Construction  Cost 

Urban  -  House  counts  x  average  value  plus  other  structures  and 
land  at  estimated  values. 


REINFORCED  CONCRETE 
1948  and  1949 


PROJECT 

Hamden  -  V/.Co  Parkway 

rianchester-SoV/indsor-Vernon 
iV,C.  Highway 

Seymour-Beacon  Falls 

North  Canaan  -  Rt.  44 

Or ang e - .vo odbridge-New  Haven 
w.Co  P.  Rt.34  to  Tunnel 

Portland  -  Route  6A  t.  17 

Seymour  ~  Bank  St. 


Pavement 
Width 

Shoulder 

Width 

Cost  per 
mile  based 
on  low  bid 

Dual  -  24» 

8« 

^323,953 

Dual  -  24* 

S« 

222,209 

Dual  »  24* 

s» 

298, 98g 

22* 

8» 

-10 ♦  Berm 

121,947 

Dual  -  24* 

8« 

360,931 

Dual  24*  &  Varies  8*        172,914 
24^^     10*  &  Varies  214,701 


Above  ccsts  are  contract  iteras^  only,  and  do  not  include  structures. 


BITUIvZNOUS  CONCRETE 


PROJECT 


Fairfield  -  Pequct  Aveo 

Fairfield  -  Straf field  Rd. 

Glastonbury-I'Idrlborough 
N.  London  Tpk. 

Hampton  -  Relce.  Rto  #6 

Salem-Montville  -4  section 

N.  Lcndon  Tpk. 

Bloomfield  -  Simsbury  Rd. 
Groton  -  West  Mystic  Avoo 


Pavement 

Width 

22* 

24* 
24* 

22 » 
24* 

23* 

30* 


Shoulder 
Width 

Cost  per 
mile  based 
on  low  bid 

Varies 

$208,345 

10 » 

220,025 

8* 

173,385 

10* 

133,411 

8( 

137,871 

8» 

112,273 

Lip 

87,403 
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BITUMINiDUS  CONCRETE  (cont.) 

Cost  per 
PROJECT  Pavement      Shoulder     mile  based 

ViTidth        Width       on   lew  bid 

Hebron-Columbia  -  Hebron    22 »  8»         ii  94,749 

Col.  Rd. 

Norwich-Franklin  -  Reloc.   24*  8*  106,300 

Rt.  32 

Above  costs  are  contract  items,  only,  and  do  not  include  structurewc 


PROJECT 

V/eston  -  Sport  Kill  P.d. 
Killingly  -  Mechanics  St. 

Plainfield  -  V/ard  Ave. 

Moo sup 

Suf field  -  S.  Grand  St. 

Suf field  -  North  Sto 

V/atertown  k   Thomaston  - 
ut«  UoS.  #6 

Woodbury-Watertown  Rd  o 

E.  Granby  -  Katchett  Kill 

Rd. 

Madison  -  South  of  Rt.  80 

N. Haven  -  Skiff  &  Moulthrop  20 » 
St.  ■ 

Plainville  -  Hughes,  Cron 
&  Wilson  St , 

Above  costw  are  contract  items,  only,  and  do  not  include  structures, 


\VATER30Ul^iD  MACADAM  Cost  per 

PROJECT                Pavement  Sho older  mile  cased 

'Afidth  Width  on  low  bid 

East  Granby  -  North  Rd.   20*  2*  earth  #  26,910 

Ivliddlefiald  -  Russell     l^t  3*  29,003 

Lane  &  P:.wder  Hill  Rd. 

Durham  -  Tuttlo  Rd.      16 »  3«  19,503 

Above  coats  are  contract  Items,  ohIt,  and  do  not  Include  structures 


^UI-HNOUS  IIAC/JDAi 

T 

Pavement 
V;idth 

Shoulder 
width 

Cjst  per 
mile  based 
on  low   cid 

24' 

10 1 

vl76,0C0 

22 » 

Hone 

91,132 

24'   6" 

1'  lip 

curb 

107,455 

24' 

6» 

39,002 

24' 

4' 

47,568 

22» 

8' 

139,009 

22» 

8» 

lv4,538 

20  » 

5' 

55,882 

IS*   X  22« 

5»  x[8» 

62,330 

20 » 

V 

54,732 

20» 

1»    Bit. 

Lip 

47,673 
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-9- 


1/3/50 


TRAFFIC  B0U1^ID  GRAVEL 


P2?o.iect 


Ashford  -  Slade  Road 

Brooklyn  -  Bailoy  ¥ood  Rd.  16 » 

Cclebrook-  Sandy  Brook  Rdo  22 » 

N,  Stonington  -  Dennison 
&  Ryder  Rds. 

Thompson  -  Line  House  Rd,   16* 

V/eedstock  -  Old  Tpk  oc  Rocky  16.  * 
Hill  Rds. 

Hart land  -  Smith  Rd.       16* 

Lebanon  -  4  sections  of  Rd.  14* 

Lebanon  -  Bog  Lane  u:  Gates  14* 

Rd. 


Pavement 

Width 

Shoulder 
Width 

Cost  per 
mile  based 
on  low  bid 

20* 

1' 

'■'? 

25,337 

16 » 

2' 

16,280 

22» 

2» 

51,1^4 

IS* 

1* 

14,900 

16* 

2*  (vader  at 
boulder  rail) 

22, 60S 

Nonw 


27,594 


2' -3*  W.R.R.    32,477 
None  15,7^7 

3»  W.RoR.  only  16,67;^ 


Above  costs  are  contract  items,  only,  and  do  not  include  structures. 
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ROLLED  BANK  GRAVEL 


Cost  per 


PROJECT 

Pavement 
Width 

Shoulder 
.Vadth 

mils  base 

on  low  bi 

S.  Ljoue  -  Hope,  Methodist 
Sts.  &  Lata  Ave. 

20»  -  22' 

It  _  At 

$  27,564 

Franklin  -  Dr.  Nott  & 
Kahn  Rdso 

12»  -  14* 

2»  earth 

21,126 

Granby  -  Moxmtain  Rd, 

16 » 

3» 

25,201 

Haddam  -  Jadoby  &  V/isse- 
Albert  Hds. 

14»  -  16 » 

2* 

20,546 

Lyme  -  Mitchell  &  Brush 
Hill  Rds.  . 

Ig' 

None 

21,023 

Montvilio  -  Oxoboro  Brook 
Rd  &:   Gallivan  Lane 

16» 

2« 

20,04^ 

Orange  -  Dogbuni  Rdo  & 
Peck  Lane 

20 » 

2«  at  ;;.? 

.K.   21,5S2 

Reddin^-Gallo'rfs  Hill  Rdo 

U» 

2« 

34,521 

Ridgefisld  -  Creamery  Lane, 
North  Stc  &  VJhipstick  Rd. 

14* 

2» 

22,305 

Southb-ary  -  Judd  Rd. 

14» 

2» 

20,390 

Southbury  -  Burr  Rdo 

14» 

2»  -  4' 

23,920 

Stafford  -  Gulf '&  Golburn 

Rda. 

16* 

2» 

20,234 

Torringtsn  -  ¥esd.  Rd. 

U* 

2» 

36,026 

Trumbull  &  Shelton  -  Booth 
Hill  Rd. 

16 » 

3» 

25,776 
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The  average  cost  per  mils  for  all  work  on  the  respective 

Federal  Aid  System  at  current  prices  is  as  follows: 

Fedral-did-Primary  -  Rural  '^     240,000  per  mile 

Federal  -  aid  -  Urban  1,210,000  •»   " 
Federal-  aid  -  Secondary        153,000  "   " 

Estimate  of  Future  Highway  Needs 


The  Connecticut  State  Highway  Department,  at  the  request  of  the 
Amei'ican  Association  of  State  Highiiray  Officials  in  connection  with 
proposed  federal  aid  legislation  by  the  Congress,  made  a  study  of 
the  adequacy  of  the  roads  on  the  federal  aid  system  and  i/hat  would 
be  required  in  terras  of  construction,  reconstruction,  and  improve- 
ment to  bring  them  up  to  modern  standards.  Following  this  study, 
the  Department  extended  its  study  to  cover  the  road  needs  of  all 
classes  of  state  highways.  The  Department  considered  not  only  all 
roads  now  in  the  State  highways  system,  but  also  418  miles  of  roads 
which  had  been  designated  by  the  General  Assembly  as  trunk  lines 
but  which  had  not  yet  been  accepted  as  State  highways  and  roads  which 
whi^Le  still  under  local  control  had  been  designated  as  part  of  the 
federal  aid  system.  Thus  the  estimates  included  needed  improvements 
upon  the  3»465  miles  of  road  as  follows r 


Federal  Aid  Interstate 

247 

Federal  Aid  Primary 

790 

Federal  Aid  Secondary 

1,013 

Parkways 

32 

Other  State  Highways 

815 

Local  Federal  Aid  Roads 

137 

Unimproved  Trunk  Lines 

^fl 

TOTAL 

3,465 

In  arriving  at  the  estimates,  no  allowan©#  was  made  for  cons- 
truction of  the  lincompleted  portions  of  the  \5/ilbur  Cross  Parkway 
from  Orange  through  Hamden  since  this  construction  is  to  be  paid 
for  eventually  by  tolls  and  will  not  pepressnt  a  dem.and  upon 
ordinary  highway  revenues. 

The  conclusion  of  these  cost  and  mileage  estimates  as  of  January 
1,  1948j(f,  can  be  suminarized  as  follows; 

1.  The  needed  improvements  are  estimated  to  cost  $524,415,000. 

2.  Present  revenues  fall  far  short  of  matching  the  highway  needs < 

3.  2,181  or  6y/i   of  the  3,452  miles  are  inadequate  as  compared 
to  iliy^i-©ig«fcl»©  modern  highv/ay  design  standards. 

4.  1,561  of  the  2,181  miles  needing  improvement  are  on  the 
Federal  aid  system.s^  which  are  the  heaviest  travelled 
portions. 
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5.  Due  to  the  wide  variance  in  cultural  development  in 
Connecticut,  there  is  a  very  great  difference  in  the 
cost  per  mile  values  of  the  vai'ious  systems.  The 
average  ever-all  cast  of  the  improvement sis  calculated 
at  ^j;24J5,000  per  mile,  but  this  is  an  average  of  such 
extremes  as  ^1,147,000  per  mile  on  the  urban  sections 
of  the  Interstate  system  and  only  070, oOO  per  mile  on 
the  rural  sections  of  the  unimproved  trunkline  system. 
These  cost  per  mile  values  include  all  construction, 
brid£;3,  and  right  of  v/ay  costs. 

6,  There  is  a  ;vide  range  in  traffic  vQl'jiuas  that  must  be 
served.  On  the  urban  interstate  system  the  average 
daily  traffic  is  12,200  vehicles  '.iiile  on  the  rural 
unimproved  tr'onk  line  S3stem  the  average  daily  traffic  is 
only  200  vehicles.  An  average  value  on  the  sections  requiring 
imprDvement  is  2,^B0  cars  a  day. 

IV  -  P."i;3ENT  OriGAIIlZATION  OF  CTATE  HIGIHAY  DSPAhH^IEIIT  :U'ID 
PROPOSAL  FOR  CKAlJOii  Iri  CZRTAIi:  PRACTICSS  AIID  T}:3 
.iBOLITICI:  OF  GiiRTAlII  C0I3-:iS3I0NSo 

The  organisation  of  ~.  State  High'A'-ay  Departruent,  if  it  is  to 
serve  effectively  the  transportation  needs  ofa  pai'ticular  State, 
must  of  necessity  bo  indiggrioas/  to  tlig  -:tate  rt-zid   its  3nviron.re::it, 
influenced  by  its  traditions  and  fclk-vrays  as  './ell  as  r;hi;ped  by 
its  laws.  A  study  of  various  h±Jb\r'^.y   organizations  I'eveols  that 
there  ax'e  almost  as  many  different  forms  of  crganiaation  as  there 
are  states.  Certain  norms  or  or'ganizational  patterns  3>dst  in 
many  -states,  but  administration  varies  vddely  froiu  state  to  state.' 
F'lnctions  gravitate  toz/ard  the  at  lest  men  and  are  iii  t^irn  shaped 
by  them. 

The  Connecticut  Mighway  Department  probably  lies  as  far  rvxa 
the  norm  of  organization  as  any  state. 

b'ith  the  rapidl./  expanding  f^onction  of  the  State  iiighv/ay 
Department  over  the  past  decades  the  e:cternal  as  well  as  intei-nal 
eepviee  structure  of  the  Departm.ent  has  been  modified  from  time  to 
timiG  foi'  t:'3  more  efficient  performance  of  its  tacks.  It  is 
recognized  principle  of  public  administration  that  structore  depends 
upon  fiunction.  Tne   structural  organization  of  the  Highway  Depart- 
ment has  been  modifeo  as  nev;  and  major  f-onctions  have  been  under- 
taken. 

The  administrative  responsibility  of  the  Department  v/as  initial- 
ly lodged  in  a  three-man  commission  appointed  by  the  Ctovernor.  bith- 
in  tv.o  years,  ho;;ever,  it  v.'as  recognized  that  a  m^xLti-headed 
Comr.iission  was  not  efficient  becaus^f  divided  responsibility.  The 
department  continued  under  a  single-beaded  executive  since  1S97. 

The  internal  organization  of  the  Department  has  not  always  re- 
flected a  consistent  policy  of  delegated  authority  and  clear-cut 
responsibilityo  Over  the  years  the  pendulum  has  svmng  back  and  forth 
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between  centi^alisation  and  decentralization  of  administration. 
There  are  four  clearly  defined  periods  or  patterns  of  administrative 
control,  the  first  cf  which  v/as  an  era  of  extreme  decentralization. 

Today,  the  department  is  set  up  under  eight  functional  bureaus 
of  Business  AdiDinistration  -  Highway  Maintenance,  Roadside 
Development,  'Engineering  and  Construction,  Highway  Boiondaries  and 
Right £-of-l';ay.  State  and  Town  Aid,  Planning  Studies  and  Materials 
Engineering  responsible  directly  to  the  Chief  Engineer  and  to  the 
Highv^ay  Commissioner. 

Certain  structure  and  procedures  of  the  State  Highvjay  Department 
v^ere  reorganized  and  put  into  effect  on  December  1,  1949,  the 
principal  phase  of  which  include,  the  establishment  cf  a  Bureau  of 
Traffic-Planning-Design,  the  creation  of  a  Technical  Staff  for 
advisory  purposes,  the  decentralization  of  field  command  by  the 
establishment  of  four  administi^ative  districts,  and  the  integration 
if  all  highvray  maintenance  under  one  supervisory  authority.  ^The 
plan  as  proposed  is  ceing  carried  on  within  the  legislative  appropria- 
tion and  without  increase  of  total  personnel.  It  is  a  plan  soiind  in 
conception  which  should  be  effective  in  practice. 

This  present  trend  in  the  administrative  policies  of  the  depart- 
ment, however,  is  a  swing  back  from  the  concentration  of  authority 
and  responsibility  in  the  Hartford  office  toward  a  decentralization 
of  certain  functions  to  the  disti-ict  offices  whil^rdaintaining 
definite  control  of  policy  ahd  procedures  at  the  headquarters  of 
the  Department.  It  may  be  said  to  mark  the  fourth  distinct  period 
in  the  shift  back  and  forth  between  decentralization  and  centralisa- 
tion. 

Conclusion 


The  Commission  on  State  Government  Organization  is  directed  to 
"study  all  the  functions  of  the  'State  government,  ascertain  as  far 
as  practicable,  all  duplications  of  service  and  effort,  determine 
the  most  economical  method  cf  furnishing  the  present  state  service 
and  recommend  the  abandomaent,  modification  or  consolidation  of  any 
existing  departments  and  the  creation -of  such  new  departments  as 
may  be  required  f®r  the  most  economical  operation  of  the  state 
government . " 

As  a  result  of  a  careful  study  of  the  organization  and 
activities  of  the  Connecticut  State  Highv/ay  Department,  it  is 
concluded  that  the  structural  organization  of  the  Department  as 
proposed  is  w^l  designed  to  achieve  efficient  and  economical 
operation.  The  Department  enjoys  and  has  enjoyed  for  many  years 
the  reputation  of  being  one  of  the  best  administered  highv/ay  depart- 
ments in  the  country.  It  is  one  of  the  conclusions  of  this  survey. 

There  |rave  grown  up,  however,  a  series  of  related  highway 
activities  that  have  arisen  out  of  the  past  practice  of  creating 
new  commissions  for  certain  new  and  specialized  ftmctions.  These 
commissions  are  today  either  advisory  in  function  and  should  not 
undertake  any  administra^ve  function,  or  where  they  perform  certain 
administrative  duties  should  be  consolidated  with  related  functions 
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in  th6  interest  of  efficiency  and  economy.  In  keeping  with  the 
broad  piirposes  of  the  Commission  on  State  Government  Organization 
eight  specific  recommendations  are  made. 

lo             It  is  recommended  that  the  State  Highv^av 
Department  remain  as  a  separate  independent  unit  among  the  "opera- 
ting departments  of  the  State  Government.  '■    - 

The  work  of  the  State  Highvraiy  Department  is  now  clearly  defined 
and  constitutes  one  of  the  essential  services  of  modern  government. 
There  would  appear  to  be  little  to  be  gained  and  much  to  be  lost 
in  merging  the  Highvray  Department  in  a  Department  of  Public  Works 
in  Connecticut.  The  public  works  owned  by  the  State,  aside  from 
the  highways,  are  practically  all  institutions.  Building  const ructioTi 
and  maintenance  have  little  in  common  with  highway  construction  and 
maintenance.  It  would  be  difficult  for  the  State  tp  secure  a  man 
y^o  would  be  well  versed  in  each  field  for  the  top  position.  In  the 
lewer  technical  positions,  drafting,  surveying,  etc.,  alleged 
advantages  of  flexibility  are  doubtful. 

o 

Furthermore,  the  work  of  highway  construction  and  maintenance 
has  become  so  complex  and  exacting  that  to  assign  this  task  to  a 
department  which  is  also  made  responsible  for  other  im.portant  public 
works  activities  would  risk  the  partia^^eglect  of  either  one  or 
the  other  function  of  government.  There  woiild  in  short,  appear  to 
be  few  advantages  of  consolidation. 

The  disadvantages  in  consolidation  are  many  and  varied.  The 
principal  one  of  these  is  the  ever-present  danger  of  a  strictly 
political  appointment  to  the  Commissioner ship  of  the  consolidated 
Public  Works  Department.  Since  it  would  be  most  unlikely  that  a 
single  man  qualified  in  both  fields  could  be  secured  to  head  the 
Department,  the  likelihood  is  that  the  top  man  woxild  be  chosen  for 
political  reasons,  witha  qualified  top  subordinate  in  charge  of 
each  division  of  the  department.  Under  such  a  circumstance,  the 
disadvantage  would  range  all  the  way  from  the  mere  wastage  of  the 
salary  of  the  Commissioner,  to  political  interference  with  the 
work  of  his  subordinates. 

The  highway  department  should  remain  as  a  separate  independent 
Unit  of  State  Government. 

2.  It  is  hereby  recommended  that  the  sound 

policy  of  a  single  executive  be  continued. 

In  16  states,  the  Highway  Department  is  headed  by  a  single 
executive  who  is  neither  aided  or  advised  by  a  Board  or  Commission 
of  any  kind.  These  states  are  as  follows  -  Alabama,  Connecticut, 
Idaho,  Illinois,  Kentucky,  ivlissouri,  Minnesota,  Nebraska,  New 
Hampshire,  New  Jersey,  New  York,  Ohio,  Pennsylvania,  Rhode  Island, 
Tennessee.  Two  cf  these  -  Illinois  and  Michigan  -  have  optional 
provisions  for  advisory  boards,  but  these  have  not  been  appointed 
in  recent  years. 
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Multi-member  boards  or  Commissions  exist  in  the  highway 
organizations  of  the  remaining  32  states.  In  four  of  these 
states,  however,  -  Georgia,  Louisiana,  West  Virginia  and 
Washington,  the  Goitimission  is  limited  to  an  advisory  role  ty   law 
and  thus,  in  pi^actice,  the  department  is  closely  akin  go  a 
single  executive ^department.  Fuil-time  commissions  are  specifically 
designated  to  administer  highway  departments  in  only  seven  states^ 
Indiana,  New  York,  Massachusetts,  Oklahoma,  South  Dakota,  Utah 
and  '.visconsin  -although  in  Florida,  Iowa,  Maine  and  Texas,  salaries 
are  paid  to  members  for  administration  service.  There  are  thus 
varied  classes  of  commissior  t-^-co  organizations. 

V.Tiile  there  is  no  uniform  type  of  organization,  it  is  signifi- 
cant that  vri-thin  the  past  ten  years  four  states  have  abandoned  the 
Commission  forra  in  favor  ©f  single  executive  organization.  No  state 
in  this  same  period  has  changed  from  a  single  executive  to  the 
Commission  form. 

The  single  executive  combines  the  sound  administrative  principle 
of  responsibility  coimnensurate  '."dth  authority.  It  is  particularly- 
suited  to  the  Connecticut  State  Highway  Department  and  should  be 
continued , 

3*  It  is  hereby  recommended  that  the  Hi ij;h way  Fund 

be  abolished  as  a  dedicated  fund  and  together  with  all  special   " 
f -.mds  be  included  in  the  General  Fund  and  be  stib.lact  to  budgetary 

controls.       ~"     ~~~  '■    ~  ■ 

The  existence  of  dedicated  funds  is  the  greatest  single  obstacle 
to  the  sound  administration  of  the  finances  of  a  State.  Such  special 
funds  are  largely  responsible  for  the  intricate  and  confusing 
financial  reports  and  accounting  procedures;  they  impose  restrictions 
upon  the  legislature  in  the  expenditure  of  state  moneys.  So  long 
as  such  special  funds  continue,  a  linified  system  of  expenditure 
control  cannot  be  achieved.  In  a  word,  dedicated  funds  are  in- 
compatible with  a  thorough  budget  system  and  seriously  impair 
effective  budgetary  control  of  State  expenses. 

But  vi^.at  is  mere,  dedicated  funds  are  violative  of  a  fundamental 
principle  of  responsible  government.  No  one  unit  of  state  govern- 
ment sho'old  live* to  itself  alone.  Each  unit  is  a  part  of  the  vast 
governmental  machine  operating  for  the  benefit  of  the  people  as  a 
wiiole.  Modern  govei^ixment,  moreover,  has  become  too  complex;  its 
functions  too  numerous  and  varied  to  allov;  the  continuance  of  this 
antiquated  practice  of  dedicated  funds.  The  single  factor  in 
determining  vAat  a  department  of  state  government  is  allov/ed  to 
spend  should  be  the  public  value  of  its  services. 

'ftTiile  logic  and  sound  fiscal  policy  supports  the  abolition  of 
dedidated  funds,  there  has  developed  particularly  since  1928,  a 
movement  among  the  states  which  may  well  have  a  contrary  effect; 
namely,  the  movement  to  prhhibit  the  diversion  of   highway  user 
revenues  by  constitutional  amendment . 

Twenty-one  states  now  have  amendments  in  their  constitutions 
designed  to  dedicate  highway  user  revenues  to  road  use.  They  are 
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as  follows:  -  California,  Colorado,  Iowa,  Kansas,  Kentucky, 
Maine,  Massachusetts,  tlichigan,  Mnnesota,  Missouri,  Nevada,  New 
Hampshire,  North  Dakota,  Ohio,  Oregon,  Pennsylvania,  South  Dakota, 
Texas,  Washington  and  '.'/est  Virginia.  In  Tennessee,  the  amendment 
haS'  been  approved  f©r  a  referendum.  Several  other  states  have 
taken  steps  to  set  up  in  their  laws  temporary  safeguards  against 
diver ion. 

Typical  of  the  constitutional  provisions  against  diversion  is 
the  amendment  adopted  by  the  people  of  I'lassachusetts  in  November, 1949 

"Art.  7^.  No  revenue  from  fees,  duties,  excises  or  license 
taxes  relating  to  registration,  operation  or  use  of 
vehicles  on  public  highways,  or  to  fuels  used  for 
propelling  such  vehicles,  shall  be  expended  for  Dther 
than  cost  of  administration  of  laws  providing  for  such 
revenue,  making  of  refunds  and  adjustments  in  relation 
thereto,  payment  of  highv/aj'"  obligations,  or  cost  of 

■  construction,  reconstruction,  maintenance  and  repair 
of  public  highways  and  bridges  and  of  the  endorsement 
of  state  traffic  lavfs;  ;  and  such  revenue  shall  be 
expended  by  the  conimonv/ealth  or  its  counties,  cities  and 
towns  for  said  highway  purposes  only  and  in  such  manner 
as  the  generalcourt  may  direct;  provided,  that  this 
amendment  shall  not  apply  to  revenue  from  any  excise 
tax  imposed  in  lieu  of  local  property  taxes  for  the 
privilege  of  registering  such  vehicles." 

There  exists  no  such  constitutional  prohibition  in  Connecticut. 
It  is  merely  a  legislative  prohibition  '»vhich  has  been  consistently 
followed  over  two  decades. 

The  case  for  a  single  or  general  State  Fund  rests  upin  the 
sound  basis  of  better  budgeting,  unified  control  or  expenditures, 
simplified  accounting,  and  a  more  complete  control  of  State  finances. 

4»             It  is  recommended  that  the  Merritt  Parkuav 
Commission  be  abolished:  that  its  powers  and  duties  regarding  the 
regulation-of  traffic  be'  delegated  to  the  renamed  State  Traffic 
Committee  and  that  all  other  powers  and  duties  be  delegated  to  the 
Highway  Department. """"-^ 

The  parkway  was  built  by  the  Connecticut  State  HJghv/ay  Depart- 
ment in  accordance  with  its  own  standards  under  contracts  awarded  by 
the  State  Highway  Department  without  approval  of  the  Parkway 
Commission. 

T^ie  Parkway  Commission  has  no  control  over  the  Sunds  from  vriilch 
the  parkway  was  built.  The  ^16,000,000  borrowed  by  Fairfield  County 
for  parkway  purposes  was  made  available  to  and  expended  by  the 
State  Highway  Commissioner  in  the  same  manner  v\riiich  he  drav/s  on  re- 
gular highway  funds.  The  State  is  obligated  to  amortize  the  bonds 
annualj:y,  together  with  the  interest  on  the  principal  outstanding. 
This  amount  to  be  paid  to  Fairfield  County o 
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The  maintenance  of  the  payment  of  the  Merritt  Parkway  has 

been  borne  by  State  Highway  Department  funds  in  accordance  with 

state  standards  and  inno  case  upon  the  direction  of  the  Merritt 
Parkway  Commission. 

The  Parkway''  Comnission,  though  they  were  to  have  exclusive 
control  of  the  licensing  of  concessions  thereon  "under  the  law" 
have  shared  that  control  by  advice  of  the  Attorney  General  being 
a  party  to  such  licensing  with  the  Highway  Commission. 

The  Parkway  Commission  has  received  no  legislative  appropria- 
tions for  administration  since  its  establishment  in  1931;  it  has 
received  but  a  token  allocation  of  funds  wholly  inadequate  for  the 
proper  performance  of  full  administrative  functions  even  in  the 
bienniiwis  of  1945-47,  and  1947-49. 

The  General  Assemblj'-  in  providing  for  the  extension  of  the 
Parlciv-ay  system  vested  no  administrative  powers  in  the  Parkway 
Commission  but  rather  centered  in  the  State  Highway  Commissioner  the 
duty  of  such  an  extension  and  outlined  the  basis  on  v;hich  this 
extension  should  be  financed  by  tolls  collected  on  the  Merritt 
Parkway  and  Ivilbur  Cross  Park^vay. 

V;ith  the  opening  of  the  tunnel  at  V;est  Rock  in  November,  19A'-9, 
and  the  completion  of  the  last  lini-:  in  the  Vilbur  Cross  "extsnsion, 
its  powers  and  duties  shouli'be  delegated  to  the  State  Highway 
Department  and  related  State  Agencies. 

5«  It  is  recommended  that  the  three  Bridge 

Commissions  be  con.'^olidated  into  one  Oominission  by  g.PT:roprxate 
l3.g:i  slat  ion  that  '.vill  not  i^rpair  the  oblLi^ation  of  contract  of  the 
several  GammisGious  v;.\th  ths  bondholders  and  that  upon  tiie  retire- 
ment of  the  brids;e  bonds y  thrit  the  "proposed  Gommission  be  abolished. 

There  are  today  three  bridge  coromissions: 

1.  East  liartford-Hartford  Bridge  Commission 

2.  C-rcton-Xe'.-v"-  London  Bridge  Comm^ission 

3«-  01d-L:,-::e-01d  Saybrcok  Bridge  Comr^iission. 

These  comjnissions  were  set  up  by  statute  to  administer  the 
operation  and  maintenance  of  each  of  these  bridges  v;hich  v/ere 
erected  as  toll  facilities  at  different  times;  the  first  of  these 
to  be  opened  to  traffic  was  the  East -Hart ford-Hartford  Bridge. 

The  members  of  each  Bridge  CoMissicn  are  five  in  number  and  are 
appointed  by  the  Governor  for  three-year  terms o  They  are  for  the 
most  part  local  business  and  professioaal  leaders  of  ability  and 
civic  pride.  They  serve  v,dthout  compensation  although  they  may 
employ  such  assiv^itance  and  spend  such  money  as  xna-j   be  necessary  in 
the  performance  of  their  duties. 

It  is  asserted  that  under  the  bond  indenture  that  these 
Commissioners  cannot  be  abolished,  though  it  is  admitted  that  their 
administration  could  be  efficiently  carried  on  by  the  Highway  DepartG 
ment  • 
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In  view  of  this  legal  question  about  the' abolition  of  the  Bridge 
Corrmissions,  it  is  the  opinion  of  conipetent  legal  advisers  that 
the  CoiTinission  could  be  consolidated  int9^ne  Cornnission  under  the 
general  direction  of  the'  State  Hifrhv;ay  Department  by  special 
legislation  v;hich  ij-ould  not  impair  the  obligation  of  contract  v.dth 
the  bondholders.  Upon  the  retirement  of  these  bonds,  this  proposed 
consolidated  bridge  commission  should  be  abolished. 

6,  It  is  reconjaended  that  the  v'^>t£.te  Traffic 
Comj.iission  be  abolished,  that  the  Coordinated  activities  nov;  per- 
foi^ied  by  the  Hiehwav  Separtrtent.  Department,  o_f  K'otpr  Vehicles  and 
State  Poiice -Department  b a  continued  by  an  interder'artn-:antal  Cornattee 

The  state  Traffic  Commission,  composed  of  the  Gop-'missioner  of 
Hirh;;ay,  ■  State  Police  and  Motor  Vehicle  Division,  has  by  statute  - 
authoi'ity  tc  establish  speed  limits,  to  rogi^lata  ti^affic,  erect 
signs,  paint  guide  lines  and-^nsure  the  o:'derly  and  safe  movement ' 
of  traffic.  Its  main  purpose  is  to  standardize  traffic  control 
signals  and  markings.  It  se:^ves  as  the  Iggal  traffic  authority 
on  all  types  of  roads  in  the  State.  It  also  undertakes  traffid 
surveys  upon  request  in  any  part  of  the  State  and  sets  speeds  in 
accordance  idlth  its  powers. 

At  present,  this  Commission  operates  vrithout  legislative 
appropriation,  office  or  staff.  Jjxpenditures  are  met  from  funds  from 
one  or  more  of  the  Departments  and  staff  personnel  are  simirarly 
made  available 'for  special  projects. 

The  State  Traffic  Commission  should  be' abolished  but  its  policy- 
making ftmction  should  be  continued  in  cooperation  and  on  an  Inter- 
departmental basis.  Such  a  State  Traffic  Committee  might  be 
properly  related  to  the  Department  of  Ilotor  Vehicles  v£ich  is 
primarily  charged  -.dLth  the  enforcement  of  sp"eed  lav.'s. 

7 .  It  is  recommended  that  the  Hi.£:hv;ay  Safety 
Comniission  be  abolished  and -tlvat  its -poyers  and  dutxes  be  trans- 
ferred to  the  Department  of  Motor -Vehicles  with  power  to  appoint 
an  Advisory  Committee  to  assist  in  highway  safety. 

Connecticut  has  been  a  pioneer  in  highv/ay  safet'y  for  years; 
it  has  merited  three  National  Traffic  Contest  "grand  Av/ards"  and 
countless  other  honors. 

The  success  of  the  efforts  ih  Highway  Safety  are  due  in  no  small 
measure  to  the  Highway  Safety  Cora  if-sio  ^  walch  serves  not  only 
as  a  coordinating  agency  of  State  Policy,  Highv^ay,  Educ-ation  and  Kotor 
Vehicles  Dep2.rtments,  but  of  n^jmberless  local  to;m  safety  con^mittees. 
The  Commission  carries  on  a  continuous  and  effeotive  educational 
campaign,  to  make  Connecticut  "Safety  Conscious";  an  objective  v.'hich 
they  have  in  large  measure  attained.  "       , 

The  members  of  the  Commission  -  twent^f-one  in  all  -  .vho  are 
appointed  by  the  Governor, ' serve  vathout  compensation  for  a  period 
of  six  years  as  an  act  of  public  service.  The  active  direction  of 
the  work  rests  upon  ai^ht  em.ployees  operating  v/ith  a  modest  budge/t 
of  approxim.ately  ^23,000^00  Here  is  an  objective  of  such  surpassing 
public  im^portance  and  a  service  of  such  inestiL':able  value  that  the 
vrork  should  be  continued  whatever  the  financial  outlay. 
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The  Commission  should  be  abolished,  but  an  Advisory  Committee 
set  up  to  carry  on  the  important  work  of  the  Commissiono  The  members 
of  the  Committee  might  well  be  appointed  by  the  Governor,  upon  the 
recommendation  of  the  Commissioner  of  the  State  Department  of  Motor 
Vehicles,  with  which  department  this  Advisory  Committee  would  be 
functionally  related. 

S.  It  is  recommended  that  the  State  Highway 

Commissioner  be  given  authority  by  law  to  designate  an  integrated 


system  of  Town  roads,  and  that  a  formula  for  tne  distribution  of 
and  for  such  roads  based  on  locally  improved  road,  be  adopted. 

Town  Aid  was  officially  established  in  Connecticut  when  the  State 
Legislature  made  the  first  appropriations  for  local  road  pxirposes;  "th^ 
are  today  annual  grants.  There  are  two  basic  acts  for  such  annual 
grants. 

As  originally  planned,  the  monies  as  appropriated  for  Town  Aid 
were  devoted  to  the  improvement  of  town  roads:  the  Bi vision  of  Design 
and  Construction  of  the  State  Highway  Department  aided  in  the  prepa- 
ration of  contract  drawings.  The  function  of  the  State  Aid  sigent 
vms  to  negotiate  the  agreemonts  between  the  local  officials  and  the 
Highway  Commissioner. 

¥ith  the  broadening  of  the  provisions  of  this  aid  to  include  road 
maintenance,  materials  were  purchased  for  the  town  by  the  State  High- 
way Department.  The  task  of  the  Bureau  of  Tovm  and  State  Aid  has 
become  largely  one  of  supervision  and  inspection  of  the  workj^  done  by 
force  accoxmt  with  eqxiipnent  either  owned  or  tented  by  the  towns » 
It  also  involves  the  auditing  of  all  accounts  before  reimburseinent  by 
the  State  Highway  Department  of  the  grants  tc  the  several  to^ms. 

Most  of  the  travel  in  Connecticut  is  on  urban  streets  and  rural 
state  highways;  ver^/  little  travel  is  on  rural  tovm  roads.  54  per- 
cent of  the  miles  traveled  are  on  urban  streets,  39k  percent  en 
rural  State  highv/ays  and  6^  percent  on  rural  town  roads. 

The  State  syst^  itself  provides  the  connecting;  links  between 
rural  towns  and  the  urban  cities.  The  money  spent  on  these  rural 
roads  is  out  of  all  proportion  tc  their  use  to  the  motoring  public 
who  bears  the  cost  of  this  grant. 

Due  to  the  ini0.titude  of  local  uiiitt;  of  govarrmient  subject  to 
political  prgssure,.  there  are  varying  degrews  of  efficiently  in 
management  vdth  an  inevitable  wastage  of  public  funds.  Only  a 
thorcugii-going  inquiry  will  disclose  the  extent  both  of  the  in- 
efficiency and  the  resultant  vra.stage. 

Two  recommendations  are  respectfully  submitted  to  meet  this  . 
challenge  tc  efficient  government;  first  that  the  Highv^ay  Commi- 
ssioner be  vested  v/ith  the  authority  by  law  dto  designate  an  in- 
tegrated system  of  tovm  roads  and  second,  the  establishment  of  an 
objective  formula  under  v;hich  local  roacjmileage  -.fould  be  placed  on  a 
grant  per  mile  of  locally  improved  roads  to  be  reduced  by  the 
percentage  of  State  road  mileage  to  the  total  road  mileage  in  each 
town. 

The  public  interest  v/culd  be  served  by  the  adoption  of  these 
two  steps. 
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